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Mr. Chairman and Members of the Committee: 

I appreciate the opportunity to be with you today, to 

discuss the extremely significant highway legislative proposals 

which you will be considering this year. 

The basic concepts of the highly successful Federal-aid 

highway program originated with the Federal-Aid Road Act of 1916. 

Through the years, however, the size and scope of the highway 

program have been modified numerous times as needed to reflect 

changing needs and desires of the American public. The adapt­

ability has been one of the strengths of the program. 
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The current Federal-aid highway program was shaped in large 

part by the Federal-Aid Highway Act of 1956, one of the most momentous 

pieces of public works legislation ever written. Fifteen years ago 

this Committee held hearings which conclusively demonstrated the 

need for a greatly expanded national highway program. 

The time is approaching again for major policy decisions. To 

properly make these decisions, the issues must be identified and 

the advantages and disadvantages of alternative solutions weighed. 

Throughout this process, the community-wide objectives of a balanced 

coordinated transportation system that utilizes all modes to produce 

maximum transportation benefits for all categories of users at the 

least cost and which has the least adverse impact upon the environ­

ment must be kept in mind. To this end, the Office of the Secretary 

and the Federal Highway Administration are heavily involved in this 

task and expect to make extensive recommendations by early 1972. 

We must also consider our highway needs within the framework of 

well-defined national goals. The goals which we have set are to 

provide a balanced transportation system that will (1) support other 

national interests, (2) give optimal use of environmental resources, 
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(3) result in economic efficiency, and (4) increase safety. To 

support these goals the Department has studies underway or planned 

in cooperation with the States. We are examining and analyzing 

our needs and alternatives and developing an overall transportation 

policy. When this is done, our future Federal highway policies can 

be developed as part of the overall national transportation policy. 

I need not emphasize to this Committee the extent to which the 

Federal-aid highway program has continually been shaped over the 

years by the results of good, hard planning studies. The 1956 

legislation which provided for financing the Interstate program was 

the culmination of nearly 20 years of planning activity on the part of 

Federal and State highway officials. This activity was a pioneering 

effort, as techniques and analytical capabilities were developed where 

none had previously existed. 

The Congress has continued to insist on having the best available 

information in order to develop effective highway policy. As a direct 

result, we prepared and transmitted to the Congress, in 1968 and again 

this year, estimates of the likely magnitude of the future highway 

needs of the Nation. 

Even as these estimates were being prepared, technological 

advances were greatly expanding our ability to evaluate the impact 
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of a l t ernat ive highway program proposals as a key part of our 

future transportation investment. As a r e s u l t , the Department 

of Transportation i s now cooperating with the States in conducting 

a s e r i e s of ana ly t i ca l e f f o r t s of unprecedented soph i s t i ca t ion and 

depth. Findings from the highway phases of these analyses w i l l be 

reported to the Congress in the 1972 Highway Needs Report, the 

third in the s e r i e s of b iennia l reports ca l led for by S. J . Res. 8 1 , 

enacted in 1965. 

Within the DOT multi-modal planning framework, the s e r i e s of 

highway planning s tudies w i l l have as i t s base the recent ly 

completed highway funct ional c l a s s i f i c a t i o n study, which has 

c l a s s i f i e d and grouped every mile of ex i s t ing roads and s t r e e t s 

in accordance with the t r a f f i c serv ice and land access functions 

now provided. Inc identa l ly , funct ional c l a s s i f i c a t i o n , which i s 

bas ic to any determination of how highway funds should be spent, 

has often been conducted by individual S t a t e s , but l imi ta t ions on 

our a b i l i t y to c o l l e c t and evaluate huge volumes of data have always 

precluded functional ana lys i s on a nat ional s c a l e . 

Analyt ical e f f o r t s now being i n i t i a t e d w i l l ident i fy ex i s t ing 

and probable future d e f i c i e n c i e s on highway routes , and estimate the 

cos t s involved in correcting these d e f i c i e n c i e s under a number of 

assumptions as to future population d i s t r i b u t i o n , desired l e v e l of 

highway s e r v i c e , and usage of other modes of transportat ion. 
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Companion analyses will measure the dollar benefits which would be 

gained by highway users under each of the alternative program options. 

The dollar benefits would be derived from estimates of travel time 

savings, reduction in vehicle operating costs and decreases in 

traffic accident rates. These cost and benefit analyses, although 

modeled on engineering economy studies frequently performed for 

individual highway projects, will also be pioneer efforts on a 

national scale. 

In addition to evaluating the effects of proposed highway policy 

on highway users, we recognize a need to measure the accompanying 

community impact of alternative public actions. Thus, the 1972 

report will also present findings from a series of planning and 

research efforts covering such community-wide considerations as 

the relationship between transportation facilities and neighborhoods, 

recreational opportunities, land use development, noise and air 

pollution, and environmental enhancement. 

The entire group of analyses, which are designed arid conducted 

as a key element of a comprehensive Federal-State-local planning 

study of the future needs of all modes of transportation to be 

directed by the Secretary of Transportation, will greatly assist the 

Administration and the Congress in determining the appropriate Federal 

role, in establishing relative priorities for Federal action among 
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various modes of transportation and in identifying the most desirable 

program for each mode as elements within a complementary total trans­

portation plan. 

As these analyses for other modes of travel and non-highway 

investment alternatives are developed, this will permit comparisons 

between modes and between the various alternatives for investment 

of transportation funds. 

Transportation policies of necessity must also be considered in 

light of other types of needs. We must consider environmental matters 

such as air pollution, aesthetics, noise, and urban dislocation and 

weigh each and all of these against the important goal of improved 

transportation itself. 

The charge has been made that the Federal Government has devoted 

a disproportionate share of its financial resources to the improve­

ment of highway transportation at the expense of alternative modes, 

such as public transportation, and particularly rail transit. In our 

view there has not been an excessive investment in highways in the past 

because the need was there and identified. "Imbalance" could be 

dispelled to a large extent through enactment of the Urban Mass 

Transportation Assistance Act of 1970. 

All transportation demands must be considered in proper perspective, 

which means, among other things, relationship between modes. First 

of all, the question is not often one of alternative modes — the 
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either-or philosophy — but rather one of choosing complementary 

modes, particularly in urban areas. It is necessary to understand 

that there are two basic and distinct urban transportation problems 

which we are trying to solve: (1) The peak-hour congestion problem 

arising from commuter trips oriented to the Central Business District, 

and (2) the increasing demand for person, goods, and service trips 

throughout the entire day and night and throughout the entire urban 

area. 

In the first problem, new assistance is being proposed through 

the Urban Mass Transportation Assistance Act which has passed the 

Senate and is now being considered in the House. This will greatly 

enhance public transportation, both bus and rapid transit. Thus, 

relief for the peak-hour commuter problem meets only a part of the 

total area solution — albeit an important part — since studies 

of a representative group of urbanized areas indicate that person 

trips to the CBD are in the range of 15 percent of the total trips 

in the area. 

The objective of transportation — by whatever mode — is not to 

move automobiles, trucks, buses, railroad and subway cars, or air­

planes, but to move people, and the goods and services they demand. 

And this demand is in turn predicated upon the degree of population 

density or distribution, which is a manifestation of land use policies. 

So long as the conversion of rural land to exurban, suburban, and 

urban development continues unabated, the population growth in the 

future will continue to become more dispersed. While some contend 
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t h i s t r e n d can or s h o u l d b e r e v e r s e d i n t h e f u t u r e , a s of now t h i s 

does n o t seem t o b e a n e a r - t e r m p r o s p e c t . One s t e p toward r e v e r s i n g 

t h e t r e n d would b e a c o n s c i o u s d e c i s i o n t o d e s i g n f e d e r a l p rograms 

which e n c o u r a g e S t a t e s and communi t i e s t o u s e maximum f l e x i b i l i t y 

t o meet t h e i r own g rowth p a t t e r n s , d e s i r e s and n e e d s . 

E x i s t i n g and p r o p o s e d r a i l t r a n s i t s y s t e m s and o t h e r s t h a t may 

f o l l o w them i n major c i t i e s , w i l l o f f e r an a t t r a c t i v e mode t o s u b s t a n t i a l 

numbers of commuters who o t h e r w i s e would u s e p r i v a t e t r a n s p o r t a t i o n on 

h i g h w a y s , and h e n c e t h e s e community and a r e a w i d e e n d e a v o r s a r e h e a r t i l y 

e n d o r s e d by highway a d m i n i s t r a t o r s . But t h e f a c t r e m a i n s t h a t a c o n t i n u ­

a t i o n of l o w - d e n s i t y deve lopmen t w i l l c r e a t e c o n t i n u e d demands f o r 

h ighway t r a n s p o r t a t i o n . 

T h i s b r i n g s us t o t h e second b a s i c u r b a n t r a n s p o r t a t i o n p r o b l e m , 

t h e accommodat ion of t r i p s t h r o u g h o u t t h e m e t r o p o l i t a n a r e a where 

f l e x i b i l i t y of r o u t i n g and s c h e d u l i n g of t h e m i l l i o n s of t r i p s i s 

r e q u i r e d . T h i s i m p l i e s a h ighway a p p r o a c h — l a r g e l y a u t o m o b i l e w i t h 

some s u p p o r t from highway p u b l i c t r a n s p o r t a t i o n such a s b u s e s . Here 

our e x i s t i n g highway program and our p r o p o s e d u r b a n t r a n s p o r t a t i o n 

l e g i s l a t i o n have complementa ry r o l e s . I n u r b a n a r e a s of more t h a n 

50 ,000 or more p o p u l a t i o n , 93 p e r c e n t of a l l p e r s o n t r i p s a t p r e s e n t 

a r e by a u t o m o b i l e , 5 p e r c e n t by bus and 2 p e r c e n t by r a i l . And i n t h e 

movement of goods and s e r v i c e s , v i r t u a l l y a l l t r a v e l w i t h i n u r b a n a r e a s 

o c c u r s by highway v e h i c l e s . 

M o r e o v e r , a s n o t e d , a m a j o r i t y — b e t w e e n 85 and 95 p e r c e n t — 

of t h e s e a u t o m o b i l e t r i p s a r e n o t CBD o r i e n t e d b u t a r e s p r e a d 

t h r o u g h o u t t h e l e n g t h and b r e a d t h of t h e a r e a , s i m p l y b e c a u s e of 



9 

t h e wide d i s p e r s a l of o r i g i n s and d e s t i n a t i o n s and p u r p o s e s of 

t r i p s . With d i s p e r s a l of a c t i v i t i e s i n c r e a s i n g and d e n s i t y of 

p o p u l a t i o n , a s shown by Census f i g u r e s , c o n s i s t e n t l y d e c r e a s i n g a s 

m e t r o p o l i t a n a r e a p o p u l a t i o n g r o w s , t h e " s p r e a d " p a t t e r n of t r i p s 

migh t even become more p r e d o m i n a n t . 

Whi le F e d e r a l a s s i s t a n c e t o highway deve lopmen t h a s t o some 

e x t e n t b r o u g h t abou t an i n c r e a s e d demand f o r h ighway t r i p s , i t has 

a l s o a s s i s t e d t h e S t a t e s and l o c a l gove rnmen t s i n t r y i n g t o cope 

w i t h t h i s demand. I n 1 9 2 1 , b e f o r e we had become an a u t o - d o m i n a n t 

s o c i e t y , t h e r e were 3 . 2 m i l l i o n m i l e s of r o a d s and s t r e e t s i n t h e 

N a t i o n . By 1968 , t h e t o t a l had r e a c h e d 3 . 7 m i l l i o n m i l e s , most of 

t h e i n c r e a s e s o c c u r r i n g i n t h e a r e a s t h a t a r e becoming u r b a n i z e d a s 

m e t r o p o l i t a n a r e a s expand w i t h p o p u l a t i o n g r o w t h . 

Had we n o t been a p p l y i n g o u r s e l v e s t h r o u g h t h e r o a d improvement 

program t o i n c r e a s i n g t h e n e t w o r k ' s c a p a b i l i t y t o r e s p o n d t o growth 

i n a c c e s s i b i l i t y demanded by t h e g rowth i n our p o p u l a t i o n and t h e 

d e s i r e s of our s o c i e t y , t h e n we cou ld h a v e had a s e r i o u s t r a n s p o r t a t i o n 

p rob lem t o d a y t h a t would have r e d u c e d s o c i e t y ' s m o b i l i t y . Our m o b i l e 

s o c i e t y i s c o m p l e t e l y d e p e n d e n t upon freedom of movement b e i n g 

a v a i l a b l e t o e v e r y c i t i z e n . T h i s p r e s e n t f reedom c r e a t e s a t r emendous 

demand f o r t r a n s p o r t a t i o n t o b r i n g goods and s e r v i c e s t o e v e r y 

i n d i v i d u a l . We need more — n o t l e s s — t r a n s p o r t a t i o n c a p a b i l i t y . 

Our r o a d and s t r e e t n e t w o r k i s one c r i t i c a l l y i m p o r t a n t s u p p l i e r of 

t h i s needed s e r v i c e . 
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S t u d i e s of p a s t and f u t u r e t o t a l t r a n s p o r t a t i o n n e e d s i n d i c a t e 

t h a t h ighways w i l l r e m a i n t h e major c a r r i e r i n most s i t u a t i o n s , t h u s 

improvements t o our s t r e e t and highway s y s t e m c a n n o t b e a p p r e c i a b l y 

d iminshed a t t h i s t i m e . We need more t r a n s p o r t a t i o n of a l l modes 

t o p e r m i t u s t o r e a l i z e t h e s t a t e d g o a l s we h a v e s e t f o r an improved 

q u a l i t y of l i f e f o r o u r s e l v e s and our f u t u r e g e n e r a t i o n s . 

I n t h e u r b a n a r e a s much of t h i s need can be — i n f a c t must be 

s u p p l i e d t h r o u g h improved mass t r a n s p o r t a t i o n . Some of t h i s w i l l 

be v i a r a i l , b u t a g r e a t d e a l of t h i s i s e x p e c t e d t o be f u r n i s h e d 

by b u s - t y p e v e h i c l e s moving on t h e e x i s t i n g o r p l a n n e d r o a d and 

s t r e e t n e t w o r k . 

A m a j o r i t y of t h i s mass t r a n s i t i s a l r e a d y b e i n g p r o v i d e d 

e x c l u s i v e l y by b u s e s i n a l l b u t t h e l a r g e s t m e t r o p o l i t a n a r e a s , 

and t h e r e f o r e , t h e h ighway p rog rams a r e h e l p i n g c i t i e s t o meet 

t h e i r p u b l i c t r a n s p o r t a t i o n n e e d s . Highways a r e b e i n g made t o 

h e l p p r o v i d e i m p r o v e d ' b u s r a p i d t r a n s i t t h r o u g h t h e u s e of 

e x c l u s i v e bus l a n e s or p r e f e r e n t i a l u s e on f r eeways d u r i n g peak 

h o u r s . Emphas is on our f r i n g e p a r k i n g d e m o n s t r a t i o n p r o j e c t s 

and t h e TOPICS program c a n a i d i n p r o v i d i n g b e t t e r bus t r a n s i t 

on e x i s t i n g s t r e e t s by p r o v i d i n g bus b a y s , l e f t - t u r n i n g l a n e s , 

c h a n n e l i z e d i n t e r s e c t i o n s , t r a f f i c s i g n a l s y n c h r o n i z a t i o n t o 

speed t r a v e l t i m e s , and o t h e r d e v i c e s . 
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Since President Eisenhower signed the Federal-Aid Highway Act 

of 1956 the Nation's highways have carried more than 11 trillion 

vehicle miles of transportation. Highway users are currently 

adding to total travel at a rate of well over one trillion vehicle 

miles per year. 

Urban areas have become heavily dependent on highway transportation. 

In urban areas of more than 50,000 population, 98 percent of all 

person trips and 97 percent of all person miles of travel are by 

highway vehicle. In the smaller urban areas the proportion of all 

travel carried by highway is even larger. 

In intercity travel for 1969, of 1,130 billion person miles of 

travel, 977 billion or 86 percent were by automobile and an additional 

26 billion or 2 percent were by bus, for a total of 1,003 billion 

person miles of. travel by highway. Air travel was second will 111 

billion passenger miles or about 10 percent of the total. Thus, 

88 percent of all intercity travel was by highway. 

Highways are particularly important in the distribution and move­

ment of goods. Nearly every product manufactured, mined or grown in 

the United States travels over highways at some point, and highways 

provide virtually all final deliveries to consumers. 

Virtually all movement of goods within urban areas is by truck. 

While the portion of intercity movement provided by highway trans­

portation is not as overwhelming as in the case of persons, it is 
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s t i l l a v e r y l a r g e q u a n t i t y , l a r g e r t h a n many r e a l i z e . Out of 

a t o t a l of some 1,850 b i l l i o n t o n m i l e s of goods moved i n 1968 , 

430 b i l l i o n o r a b o u t 23 p e r c e n t were movements by t r u c k . R a i l 

movement, w i t h i t s l o n g e r h a u l d i s t a n c e s a c c o u n t e d f o r 41 p e r c e n t , 

howeve r , t h e v a l u e of t r u c k t r a n s p o r t a t i o n i s c o n s i d e r a b l y g r e a t e r 

i n p r o p o r t i o n . I n 1968 c a r r i e r s r e g u l a t e d by t h e I n t e r s t a t e 

Commerce Commission showed $11 .7 b i l l i o n of t r u c k r e v e n u e , o r 50 

p e r c e n t of a l l r e v e n u e s , compared t o $ 1 0 . 5 b i l l i o n or 45 p e r c e n t f o r 

r a i l . Adding i n t h e c o s t of goods movement by p r i v a t e c a r r i e r , of 

t h e t o t a l f r e i g h t t r a n s p o r t a t i o n " b i l l " of $75 b i l l i o n , $55 b i l l i o n 

or 73 p e r c e n t i s a c c o u n t e d f o r by movement by t r u c k . D ur ing t h e 

1956-1969 p e r i o d more t h a n 4 t r i l l i o n t o n s of commerc ia l f r e i g h t 

we re moved by h ighway . 

Time i n t r a n s i t i s a v i t a l l y i m p o r t a n t c o n s i d e r a t i o n f o r f r e i g h t 

s h i p p e r s and r e c e i v e r s i n s e l e c t i n g t h e mode of t r a n s p o r t a t i o n t h e y 

w i l l u s e . F a s t t r a n s i t and f l e x i b i l i t y of t r u c k s e n a b l e r e c e i v e r s 

t o c u t i n v e n t o r i e s , r e d u c e w a r e h o u s e s p a c e r e q u i r e m e n t s and more 

e a s i l y h a n d l e emergency s h o r t a g e s . The c h a r a c t e r i s t i c s of speed 

and f l e x i b i l i t y a c c o u n t f o r t r u c k t r a n s p o r t a t i o n s phenomenal g r o w t h . 

We a l s o need t o l o o k a t t h e p l a c e h ighways occupy i n t h e economy 

of t h e N a t i o n . Highway t r a n s p o r t a t i o n a t a 1968 l e v e l of $142 b i l l i o n 

a c c o u n t e d f o r 83 p e r c e n t of a l l t r a n s p o r t a t i o n c o s t s i n t h e U n i t e d 
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S t a t e s , and 16 p e r c e n t of t h e g r o s s n a t i o n a l p r o d u c t . These f i g u r e s 

i n d i c a t e t h a t h ighways a r e t r u l y t h e w o r k h o r s e of our t r a n s p o r t a t i o n 

c a p a b i l i t y . 

A major f a c t o r u n d e r l y i n g t h e c h o i c e of mode — f o r b u s i n e s s or 

p e r s o n a l t r i p s s e n s i t i v e t o such a c h o i c e — i s t r a v e l t i m e , o r 

more p r e c i s e l y t h e v a l u e p l a c e d upon t i m e s a v i n g s . For t r i p s over 

300 m i l e s i n l e n g t h , i n c r e a s i n g vo lumes can be e x p e c t e d t o be c a r r i e d 

by t h e a i r w a y s , b o t h p e r s o n t r i p s , and h i g h - v a l u e o r p e r i s h a b l e 

p r o d u c t and commodity t r i p s f o r which t ime i s an e s s e n t i a l f a c t o r . 

At t h e o t h e r e x t r e m e most p e r s o n t r i p s of o n e - q u a r t e r m i l e or l e s s 

i n l e n g t h w i l l be made on f o o t , and many of t h e new s a t e l l i t e 

communi t ies a r e b e i n g d e s i g n e d i n c i r c u l a r f a s h i o n w i t h c e n t r a l c o r e s 

of shopp ing and o t h e r community s e r v i c e s t o e n c o u r a g e s h o r t p e d e s t r i a n 

t r i p s , w i t h o u t a u t o m o b i l e s , b u t t h e s e r e p r e s e n t o n l y a m i n u t e 

f r a c t i o n of t h e t o t a l • t r a n s p o r t a t i o n p i c t u r e . 

A p a r t from t r a n s p o r t a t i o n r e q u i r e m e n t s s e r v e d by wa t e rways or 

p i p e l i n e s , i t can be e x p e c t e d t h a t f o r i n t e r m e d i a t e t r i p l e n g t h s 

(from 1 t o 300 m i l e s ) t h e g r e a t e s t r e l i a n c e w i l l b e p l a c e d upon 

highway and motor v e h i c l e t r a n s p o r t t o g e t h e r w i t h f i x e d r a i l s y s t e m s . 

The l a t t e r s y s t e m s h o l d o u t g r e a t p r o m i s e f o r l o n g e r t r i p s i n d e n s e 

t r a f f i c c o r r i d o r s . F ixed r a i l s y s t e m s , e i t h e r s u r f a c e o r subway, 

a l s o h o l d p r o m i s e i n our l a r g e s t and most d e n s e l y d e v e l o p e d m e t r o ­

p o l i t a n c e n t e r s a s a means of r e l i e v i n g c o n g e s t i o n and h e n c e r e d u c i n g 
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traveltime for commuting trips during peak hours, and particularly 

those destined for the central business districts. 

Even with the most favorable possible trends in usage of other 

modes, however, there will remain a tremendous volume of trips that 

cannot be accommodated by air, by fixed rail, or by foot. These 

will be highway trips. They may be served by modern high-speed 

bus transit systems, perhaps operating during peak hours on exclusive 

bus lanes, or they may be served by the use of private or for-hire 

vehicles, but in either case the trips will be highway trips. 

Motor vehicle travel is expected to increase 50 percent in' 

the next 15 years, just as it has doubled itself in each of two 

preceding similar time intervals. Much of this expected increase 

is attributable to population growth, and most of that growth will 

occur in urban areas. With 70 percent of the population today, urban 

areas are expected to contain 80 percent by 1985. 

Projected urban growth will require a greatly expanded urban 

highway program. Over 85 percent of all trips in urban areas have 

either their- origin or destination, or both, at home. This determines 

the family's mode of travel. The highway system needed to provide 

the flexibility of travel to and from home also frees from- restrictions 

of location many kinds of business, industrial and recreational 

activities. 

Even in the most highly developed areas of the Nation, the need for 

highway improvements shows no signs of slackening. A recently-completed 

multi-modal analysis conducted by units of the Department of Transportation 

dealt with future prospects for intercity passenger transportation improve­

ments in the Boston-to-Richmond Northeast Corridor. The report concluded 

that auto transportation would continue as the strongly dominant mode, at 

least through 1980, regardless of the improvements which can feasibly 

be made to other modes. I t : s a i d highways would 
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carry 4 times the number of passengers of all other modes combined. 

These studies, however, also indicate that improvements of other 

modes in the corridor would serve a highly beneficial public purpose. 

Since 1956 nearly $67 billion of taxpayers' funds.have been 

invested by Federal and State agencies on Federal-aid system improve­

ments. By 1979, when the Interstate System will be essentially 

complete, this figure will approach $120 billion, assuming extension 

of all programs at current rates. 

Though expenditures for Federal-aid highway programs seem 

staggering, I believe that they are dwarfed by the magnitude of 

benefits returned to taxpayers and users as a result of the improved 

highway network. I would like to dwell on some of the principal 

types of highway program benefits. 

Many benefits of highway transportation to the social and economic 

structure of the Nation are literally beyond measure, although some 

classes of benefits, such as increases in land values because of better 

accessibility, can be quantified. Other very real benefits such as 

increased job opportunities of industrial and commercial activity, wider 

choice of residence, easier and quicker access to parks and recrea­

tional and cultural centers, and the improvement of effectiveness of 

such facilities and services as schools, hospitals, and churches, 

all add up to what can be termed improved quality of life. 
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J u d i c i o u s l y p l a n n e d highway improvements can a s s i s t communi t ies 

t o a c h i e v e d e s i r e d growth p a t t e r n s . The c o m p r e h e n s i v e u r b a n t r a n s ­

p o r t a t i o n p l a n n i n g p r o c e s s r e q u i r e d f i r s t by F e d e r a l - a i d h ighway 

l e g i s l a t i o n h a s b e e n a major s t e p toward e f f e c t i v e l a n d u s e and 

t h e most e f f e c t i v e t r a n s p o r t a t i o n p l a n n i n g p r o c e s s t h e N a t i o n h a s 

e v e r known. S t a t e s and l o c a l gove rnmen t s a r e now h a v i n g t o c o n ­

s i d e r t h e i r f u t u r e l a n d u s e i n t e rms of i t s impac t on t r a n s p o r t a t i o n 

f a c i l i t i e s , and e v a l u a t e p r o p o s e d t r a n s p o r t a t i o n f a c i l i t i e s i n 

t e rms of l i k e l y impac t on l a n d u s e . I n t h i s f ramework, highway 

p r o j e c t s can c o n t i n u e t o be u t i l i z e d a s a p o s i t i v e f o r c e i n a c h i e v i n ; 

d e s i r a b l e s o c i a l and e n v i r o n m e n t a l g o a l s . 

D e s i r e d f u t u r e f a c i l i t i e s a r e o f t e n a t t a i n e d t h r o u g h u s e of 

t h e c o n c e p t s of j o i n t deve lopmen t and m u l t i p l e l a n d u s e . The u s e 

of t h e s e p r a c t i c e s i s - i n c r e a s i n g a s communi t i e s s e e how o t h e r 

needed p u b l i c and p r i v a t e f a c i l i t i e s can be p r o v i d e d w i t h minimum 

s o c i a l and economic c o s t s . 

Many major non-h ighway s t r u c t u r e s u s i n g highway r i g h t s - o f - w a y 

a r e r e g u l a r l y b e i n g a u t h o r i z e d . I n 1969 such s t r u c t u r e s i n c l u d e d 

o f f i c e b u i l d i n g s , community f a c i l i t i e s , shopp ing p l a z a s , a i r p o r t 
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r u n w a y s , m a r k e t s and r e s t a u r a n t s . I n a d d i t i o n , h u n d r e d s of n o n - s t r u c t u r e 

u s e s we re a u t h o r i z e d t o s h a r e t h e h ighway r i g h t - o f - w a y . T h e s e p r o j e c t s 

w i l l r e s u l t i n p r o v i d i n g needed community f a c i l i t i e s , i n c l u d i n g p a r k s , 

p l a y g r o u n d s and p a r k i n g a r e a s . 

Highway improvements s t i m u l a t e d e s i r e d economic g rowth i n 

s p e c i f i c a r e a s where growth h a s l a g g e d . I t h a s b e e n d e m o n s t r a t e d t h a t 

c o m p l e t i o n of key r o u t e s i n A p p a l a c h i a and o t h e r r e g i o n s i n need of 

economic g rowth w i l l a t t r a c t i n d u s t r i a l deve lopmen t t o t h e a r e a , 

t h e r e b y p r o v i d i n g employment t o l o c a l c i t i z e n s and r a i s i n g t h e l i v i n g 

s t a n d a r d of t h e r e g i o n . 

Highway improvements have b e e n shown t o p l a y a s i g n i f i c a n t r o l e 

i n opening up p r e v i o u s l y i n a c c e s s i b l e l a n d needed f o r deve lopmen t t o 

s e r v e t h e expand ing p o p u l a t i o n . Many h u n d r e d s of documented c a s e 

s t u d i e s have d e m o n s t r a t e d how l a n d a d j a c e n t t o improved h ighways 

i n c r e a s e s t r e m e n d o u s l y i n v a l u e . T h i s knowledge h a s been p u t t o u s e 

i n p l a n n i n g f o r t h e deve lopmen t of new towns and new k i n d s of 

communi t i e s . 

Improved h ighways enhance t h e en joyment of n a t i o n a l p a r k s , 

n a t i o n a l f o r e s t s and a l l t y p e s of s c e n i c and n a t u r a l r e s o u r c e s by 

making them more a c c e s s i b l e t o more p e o p l e . I n f a c t , w i t h o u t o u r 

improved highway n e t w o r k , most of t h e s e r e c r e a t i o n a l o p p o r t u n i t i e s 

could n o t be r e a c h e d and en joyed by our c i t i z e n s . 
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We are extremely proud of the fact that the Federal-aid highway 

program is the first national public works program in history to 

provide the means by which displacees are guaranteed adequate housing 

in replacement from their existing homes. This ability, of course, is 

due entirely to progressive legislation developed by the Public Works 

Committeesand enacted by the Congress in 1962, 1966 and 1968. 

We are completely in accord with the intent and the provisions 

of the 1968 Federal-Aid Highway Act which authorized unprecedented 

special compensation features for highway displacees. Even more, the 

current policy of the Department of Transportation is that no trans­

portation project of any kind will be approved if it involves the 

dislocation of people unless and until decent, safe and sanitary 

housing has already been .built or provided for. This policy is a 

humane one that- is aimed at rectifying a long-existing inequity 

which asked a few to carry a disproportionate share of the burden. 

The benefits of the relocation assistance program to individuals 

are two-fold. First, in some cases, the substantial additive payments 

enable a home owner or tenant to substantially upgrade his quality of 

living from substandard to standard. The second benefit is derived 

from guidance and counseling provided as needed in such areas as 

finance, legal, education, health and other social fields 
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The community itself benefits by replacement of substandard 

housing with housing that is decent, safe and sanitary and fit for 

human habitation. The economic well-being of the community is there­

by strengthened. 

Because of the obvious success of the highway relocation 

assistance program enacted in 1968 it has served as a model for the 

government-vide program now being considered by the Congress. This 

speaks well of the diligence and care with which the States have 

begun to implement the expanded assistance program, as well as the 

soundness of the precepts developed by the Congressional Committees 

in 1968. 

There are other tools through which Federal-aid highway pro­

jects can benefit the community at large. In recent years we have 

identified and developed many ways to provide features as an element 

of improved highways which also serve to stimulate public transporta­

tion by buses. The objective of this activity has been to promote 

the most efficient use of the public investment in urban highways to 

move people. This is not limited to those who travel by private 

automobile, but also those who use bus transit. This expanded 

emphasis yields better utilization of financial, physical and human 

resources. The Urban Mass Transportation Administration and FHWA are 

working closely together to find new and even more effective ways to 

increase the "people-carrying" capacity of urban streets and highways. 
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Improved highways make possible improvements in many other public 

services, including mail delivery, school bus routing, police and 

fire protection, and church location, all of which make the quality 

of living a little better. 

Improved highways result in a number of additional desirable 

social consequences. For instance, highway improvements reduce the 

need for changes in travel speeds and permit higher average speeds. 

This in turn greatly reduces the emission of air pollutants and the 

production of noise, making the improved highway a better neighbor. 

It should be emphasized that highway improvements substantially 

reduce the amount of air pollution from automobiles in ratios 

from 4 to 10 times. 

Also, each Federal-aid highway project is made visually and 

aesthetically pleasing, either through application of programs authorized 

in the Highway Beautification Act of 1965 or by use of regular project 

funds to provide landscaping, roadside rest areas, erosion control 

features and other items which reflect the growing awareness of the 

need to protect the highway corridor, and to blend the highway into the 

existing landscape. These are only examples of the increasing efforts 

to preserve and enhance the average American's principal view of his 

country. We feel that the view from the highway is fully as important 

as the view _of the highway. 

All of the highway program benefits I have mentioned show quite 

clearly that the social and community effects of highways are being 

recognized by their planners and builders. We see no inconsistency at 
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all in endeavoring to provide swift, safe and efficient movement 

of people and goods within the framework of a physical and social 

environment which serves the American people and their concern over 

the quality of life in this country. 

The opportunities and the benefits to be attained by this approach 

are extensive. Highway projects frequently produce such incidental 

benefits as the provision of new park and recreational facilities 

of many kinds, and access to all others; the improvement and up­

grading of housing and the provision of decent, safe and sanitary 

homes for many Americans who may never before have enjoyed such 

facilities; the preservation of historic sites; the unearthing of 

artifacts of past civilizations; the construction of rest areas 

and scenic overlooks; landscaping, beautification and scenic enhance­

ment. Highway projects also include eradication of rodents, control 

of erosion of all sorts, the prevention of siltation of our streams 

and lakes, and control of noise and air pollution. They may well 

include added costs for desirable features, such as depressed roadways 

or aesthetic treatment of structures, and desirable right-of-way 

features, such as buffer zones and wider medians, all of which are 

provided for environmental reasons. 

The social and environmental features of the Federal-aid highway 

program are extremely important. However, these features would not 

by themselves account for the popularity of the Federal-aid program 

with highway users. 



22 

Statistics show that the Federal-aid system routes are by far 

the most heavily used highways. For instance, the 42,500-mile 

Interstate System which represents only about 1 percent of all road 

and street mileage, will carry when completed about 25 percent of 

all highway travel. All Federal-aid routes combined amount to less 

than one-fourth of total nationwide highway mileage, but they 

currently carry about two-thirds of all travel. 

Federal-aid highways are popular with highway users because 

they offer significant benefits in terms of increased safety, 

reduced vehicle operating costs, travel time savings, and greater 

driver comfort and convenience. 

To illustrate the magnitude of highway user savings resulting 

from Federal-aid expenditures, an estimate was made of benefits 

returned to Interstate System users from 1956 to the estimated completi 

date of the late 1970's. If the value of saving an hour of travel 

time were worth $1.50 to auto passengers, the total benefits from 

improvements in time, safety and operating costs amount to over $273 

billion. If time saved were valued at $3.00 per hour, which is closer 

to the nationwide average wage, about $438 billion would be returned 

to Interstate users by the time the System is complete. Even if auto 

drivers and passengers felt their time was absolutely valueless, 

accrued savings would amount to about $107 billion, which is still a 

good deal more than the estimated $70 billion total cost of the 

Interstate System. 
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We consider that the most important user benefit is increased 

highway safety. Safety has been a primary objective of the highway 

program from its earliest days. The recent Departmental reorganization 

involving the National Highway Safety Bureau left with the Federal 

Highway Administration full responsibility for all safety efforts 

involving highway facilities. 

In 1969 the number of traffic deaths rose to a new high. But 

the fatality rate — the number of deaths per 100,000,000 vehicle 

miles — in this Nation is among the lowest in the world. The 

fatality rate has shown a steady decline from 17 in 1925 to about 

5-1/2 in the 60's. 

The substantial improvements to the road system brought about 

by the Federal-aid highway program clearly contribute substantially 

to lowering the fatality rate. Highway safety considerations in this 

program are multi-faceted and distributed throughout the planning, 

location, design, construction and operation of our highway facilities. 

The States and FHWA are now devoting a significant portion of 

total highway program efforts to increasing highway safety. In recent 

years the total pool of funds applied to the safety area has been 

steadily increasing. Because of technological advances many of today's 

accepted safety tools were not even contemplated ten years ago. 

It is extremely difficult to accurately estimate the total highway 

resources being applied to safety improvements. Some activities, such as 

railway grade crossing improvements, may be undertaken for the express 

purpose of improving safety. Other highway features may contribute to add 
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safety as well as reduced operating cost or some other economic benefit. 

Rather arbitrary assumptions must be made in order to isolate the 

safety investment level represented in these multipurpose projects 

because safety considerations enter into all criteria governing the 

program. 

The best available estimate is that very nearly one-fourth of all 

Federal-aid highway program expenditures are devoted to projects or 

roadway elements solely to increase highway safety. In terms of total 

Federal program authorizations for FY 1970 the total amount devoted to 

safety improvements is about $1.3 billion. 

As a result of these expenditures many highways are improved. 

Traffic using these improved sections will experience fewer accidents 

than would have happened .had the improvements not taken place. This 

has been demonstrated time and again in all parts of the country. 

It is possible to develop statistics which estimate the likely 

reduction in traffic fatalities, personal injuries and dollar costs 

resulting from improved highways. These statistics are based on 

actual case studies of various types of safety improvements taken 

from all parts of the country. 

Statistics continue to show that the Interstate System is far 

superior to other highways in terms of safety. The fatality rate on 

completed Interstate facilities, expressed in terms of deaths per 
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hundred million vehicle miles traveled on the System, is just about 

half the rate on other heavily-traveled roads. In fact, for every 

five miles of Interstate highway opened to traffic an average of one 

fatality will be avoided each year. When the entire 42,500-mile 

System is complete it will lead to an annual reduction of 8,000 

fatalities, year after year. 

Evaluating the total safety benefits derived from the full group 

of Federal-aid highway programs yields similar results.. The total 

one-year returns from all Federal-aid projects opened to traffic 

in 1970 will include about 850 fatalities avoided and nearly 28,000 

personal injuries averted. These benefits will also continue to roll 

in each year that the projects serve traffic. 

Between July 1956 and March 1970 a total of $43.8 billion of 

Federal funds was obligated for all improvements on Federal-aid 

routes. A conservative estimate is that resulting safety benefits 

returned to the American public will amount to about 131,000 fatalities 

and 3,300,000 personal injuries avoided during the effective life of 

projects completed during this period. 

We continue to seek new improvements through research. Many 

research findings offer high potential immediate payoff if widely 

adopted. We have established a Research and Development Demonstration 

Projects Program in Region 15 to promote the utilization of research 

results. The program is concentrated in these major categories: 
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reduction in traffic congestion; social, economic, and environmental 

factors; improved system durability, cost reduction, and structural 

safety. 

In this discussion I have only begun to indicate the many 

contributions of the Federal-aid highway program. We have made 

considerable progress since 1956, and the American public has as 

a result received an enormous package of benefits in terms of a 

better quality of living brought about by improved surface trans­

portation. 

I would like now to briefly cover highlights of the means by 

which these benefits are delivered to the public — the Federal-aid 

highway program. Various statistical tables attached to this report 

summarize program progress since 1956, when the current program was 

initiated. My remarks will refer to these tables. 

Progress since 1956 has been good. Nearly 30,000 miles of the 

42,500-mile National System of Interstate and Defense Highways are now 

open to traffic, and construction is underway on another 4,850 miles. 

About 70 percent of the system was open to traffic as of March 31, 

1970. Only 4 percent had not been advanced beyond the preliminary 

status. 
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The total mileage in use by passenger and commercial vehicles 

rose from 27,975 on March 31, 1969, to 29,906 as of March 31, 1970. 

Thus mileage open to traffic was increased by 1,931 miles during the 

12 month period. 

The Interstate System will be the Nation's key highway network, 

serving both civilian and defense needs, and carrying nearly 25 

percent of all traffic. Projects are planned to accommodate adequately 

the traffic anticipated 20 years beyond their design period. 

Of the rearly 30,000 miles of the Interstate System in use.by 

motorists 24,506 miles meet, the standards of adequacy for future 

traffic, and 3,089 miles are fully capable of handling current 

traffic but will need additional improvement to bring them up to 

the ultimate standards. Toll roads, bridges, and tunnels incorpor­

ated in the system, as permitted by law, total 2,311 miles. 

Most of the mileage now open, exclusive of toll facilities, was 

built or improved under the Federal-aid Interstate program (90 
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p e r c e n t F e d e r a l , 10 p e r c e n t S t a t e ) l a u n c h e d i n 1 9 5 6 . Some of i t , 

howeve r , was f i n a n c e d b e f o r e 1 9 5 6 , u n d e r o t h e r p r o g r a m s , b u t i n 

many c a s e s w i t h F e d e r a l a i d . 

I n a d d i t i o n t o t h e s e c t i o n s open t o t r a f f i c , 4 , 8 5 0 m i l e s we re 

u n d e r c o n s t r u c t i o n a s of March 3 1 , 1970 , and e n g i n e e r i n g o r r i g h t -

of -way a c q u i s i t i o n was i n p r o g r e s s on a n o t h e r 5 ,997 m i l e s . Thus 

some form of work was underway o r comple t ed on 4 0 , 7 5 3 m i l e s of t h e 

4 2 , 5 0 0 - m i l e sys t em — abou t 96 p e r c e n t of t h e t o t a l . 

The re i s one minor d e f i c i e n c y on some of t h e s e c t i o n s c o n s t r u c t e d 

e a r l y i n t h e p rogram; some few of t h e o v e r h e a d s t r u c t u r e s b u i l t a t 

t h a t t i m e do n o t p r o v i d e -the f u l l 1 6 - f o o t v e r t i c a l c l e a r a n c e d e s i r e d 

by t h e Depa r tmen t of D e f e n s e . We have s t u d i e d t h i s s i t u a t i o n and 

f i n d t h a t we can p r o v i d e a 2 6 , 0 0 0 - m i l e n a t i o n w i d e c o n n e c t e d n e t w o r k 

of 1 6 - f o o t r o u t e s by i n c r e a s i n g t h e v e r t i c a l c l e a r a n c e of on ly 

350 s t r u c t u r e s . We e x p e c t , i n t h e i n t e r e s t of n a t i o n a l d e f e n s e , 

t o make a s t a r t on t h i s p rogram d u r i n g t h e coming f i s c a l y e a r . 
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M i l e a g e i m p r o v e d a n d o p e n t o t r a f f i c : 
C o m p l e t e d t o f u l l o r a c c e p t a b l e s t a n d a r d s : 

W i t h I n t e r s t a t e f u n d s 2 4 , 5 0 6 
I m p r o v e d t o s t a n d a r d s a d e q u a t e f o r p r e s e n t t r a f f i c 

b u t a d d i t i o n a l i m p r o v e m e n t n e e d e d t o m e e t f u l l 
s t a n d a r d s : 

W i t h I n t e r s t a t e f u n d s 3 , 0 8 9 

T o l l f a c i l i t i e s 2 , 3 1 1 
T o t a l m i l e a g e i m p r o v e d a n d . o p e n t o t r a f f i c 2 9 , 9 0 6 

M i l e a g e u n d e r c o n s t r u c t i o n 4 , 8 5 0 

P r e l i m i n a r y e n g i n e e r i n g o r r i g h t - o f - w a y a c q u i s i t i o n u n d e r ­
w a y 5 , 997 

T o t a l m i l e a g e i m p r o v e d o r w o r k u n d e r w a y 4 0 , 7 5 3 

S o m e $39*69 b i l l i o n h a s b e e n p u t t o w o r k o n t h e F e d e r a l - a i d 

I n t e r s t a t e p r o g r a m s i n c e t h e a c c e l e r a t e d p r o g r a m b e g a n i n 1956 . 

W o r k c o m p l e t e d s i n c e J u l y 1.. 1956 , h a s c o s t $ 2 8 . 7 3 b i l l i o n , o f w h i c h 

$ 2 3 . 6 0 b i l l i o n w a s f o r c o n s t r u c t i o n a n d $ 5 . 1 3 b i l l i o n f o r e n g i n e e r i n g 

a n d r i g h t - o f - w a y a c q u i s i t i o n . A s o f M a r c h 3 1 , 1970., w o r k e s t i m a t e d 

t o c o s t $ 1 0 . 9 5 b i l l i o n w a s u n d e r w a y o r a u t h o r i z e d , i n c l u d i n g $ 7 - 3 5 

b i l l i o n o f c o n s t r u c t i o n a n d $ 3 - 6 0 b i l l i o n o f e n g i n e e r i n g a n d r i g h t -

o f - w a y a c q u i s i t i o n . I n t e r s t a t e f i n a n c i n g d a t a a r e r e p o r t e d b y 

S t a t e s i n e x h i b i t 1 -3 -

T h e c o n t i n u i n g p r o g r a m o f F e d e r a l a s s i s t a n c e f o r t h e i m p r o v e m e n t 

o f t h e F e d e r a l - a i d p r i m a r y a n d s e c o n d a r y h i g h w a y s y s t e m s a n d t h e i r 

u r b a n e x t e n s i o n f o r w h i c h $ 1 , 4 2 5 b i l l i o n w a s a p p o r t i o n e d f o r f i s c a l 

y e a r 1971 h a s a l s o s h o w n c o n s i d e r a b l e a c c o m p l i s h m e n t w i t h $27 -78 

b i l l i o n w o r t h o f w o r k i n v o l v i n g 2 5 2 , 6 0 0 m i l e s o f c o n s t r u c t i o n c o n ­

t r a c t s c o m p l e t e d o r u n d e r w a y . 

T h e s t a t u s o f t h e I n t e r s t a t e S y s t e m a s o f M a r c h 3 1 , 1970 , i s 

s h o w n o n t h e a c c o m p a n y i n g m a p ( e x h i b i t 1-1 N | . a n d i n d e t a i l i n 

e x h i b i t 1 - 2 . I n s u m m a r y t h e s t a t u s i s a s f o l l o w s : 
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Construction contracts Involving 237,9^-3 miles of primary and 

secondary highways and. their urban extension were completed since 

July 1 , 1956 at a cost of $ 2 1 . 3 0 billion. Contracts Involving 

1^,658 miles at a cost of $3*95 billion were underway on March 31-

In addition, $ 1 . 7 1 billion of engineering and right-of-way acqui­

sition work had been completed and $8L8 million worth of such work 

was underway. The primary-secondary-urban program Is financed by 

the Federal Government and, the States on an equal-share basis. 

Data are reported by States in exhibit 1 - 4 . 

Thus, since 195& over $67 billion of highway user payments have 

been invested by Federal and. State agencies on Federal-aid system 

improvements. 

The Highway Trust Fund, was established by the Highway Revenue 

Act of 1956 , and the revenues accruing under the provisions of the 

Act are dedicated to the financing of Federal-aid highways. Also, 

the Federal-Aid Highway Act of 1956 provided, for completion in 1972 

of a Ul,000-mile National System of Interstate 'and Defense Highways. 

Each of these two Acts has been amended or supplemented several 

times since 1956 . Additional revenues have been provided for the 

Trust Fund annual authorizations have been increased for both the 

ABC and Interstate programs, and the Interstate program has been 

extended to 1974 . 

Apportionments for the fiscal year 1971 were made on December 

1 5 , 1969 , as shown by States in exhibit 1 -5 -
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A l l appropr ia t ions for the Federa l - a id program are made from the 

Highway Trust Fund ra ther than the General Fund, and the program i s 

there fore geared to the Highway Trust Fund income c a p a b i l i t y . 

Sources of Trust Fund revenues and the current tax r a t e s are shown 

in e x h i b i t 2 - 1 . 

Highway Trust Fund revenues t o t a l e d $ 4 , 6 9 0 b i l l i o n during the 

f i s c a l year 1969 . As shown in e x h i b i t 2 - 1 , about 68 percent of 

Trust Fund revenues accrue from the 4 cents per g a l l o n tax on motor 

fue l and about 31 percent of the revenues come from the var ious 

taxes on v e h i c l e and automotive p roduc t s . In f i s c a l year 1969 

about 1 percent of the revenues came from I n t e r e s t ea rn ings . 

Highway Trust Fund revenues , expendi tures and balances are shown 

in e x h i b i t 2 -2 for each of the f i s c a l years 1957 through A p r i l 3 0 , 

1970 . Revenues t o t a l e d $46,380 b i l l i o n during t h i s pe r iod , and 

expendi tures t o t a l e d $ 4 3 , 9 8 0 b i l l i o n . The Trust Fund balance on 

A p r i l 30 , 1970, was $ 2 , 4 0 0 b i l l i o n . 

Funds have been apportioned and made a v a i l a b l e to the Sta tes for 

the f i s c a l years through 1 9 7 1 . as shown by the s t a i r s t e p l i n e In 

e x h i b i t 2 - 3 - The p r o j e c t i o n of au tho r i za t ions through the f i s c a l 

year 1975 covers the I n t e r s t a t e program as au thor ized by the 
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F e d e r a l - A i d . H i g h w a y A c t o f 1968 , t o t a l i n g $50 .6 b i l l i o n i n F e d e r a l 

f u n d s , p l u s c o n t i n u a t i o n o f t h e F e d e r a l - a i d p r i m a r y , s e c o n d a r y a n d 

u r b a n p r o g r a m s , t h e T r a f f i c O p e r a t i o n s P r o g r a m t o I n c r e a s e C a p a c i t y 

a n d S a f e t y ( T O P I C S ) , t h e r u r a l p r i m a r y a n d s e c o n d a r y p r o g r a m , t h e 

a d v a n c e a c q u i s i t i o n o f r i g h t - o f - w a y p r o g r a m a n d t h e e m e r g e n c y 

r e l i e f p r o g r a m I n a m o u n t s a u t h o r i z e d b y t h e 1968 A c t . 

P r o g r e s s o f t h e p r o g r a m t h r o u g h M a r c h 31? 1970 , i s r e f l e c t e d b y 

t h e s h a d e d a r e a t o t h e l e f t i n e x h i b i t 2 - 3 - P r o j e c t i o n s o f o b l i g a ­

t i o n s , r e v e n u e s a n d d i s b u r s e m e n t s t h r o u g h t h e f i s c a l y e a r 1975 a r e 

s h o w n i n e x h i b i t s 2 -3 a n d 2-h. 

H i g h w a y T r u s t F u n d r e v e n u e s a c c r u e t h r o u g h S e p t e m b e r 3 0 , 1972 , 

u n d e r p r e s e n t l e g i s l a t i o n , a n d a r e e s t i m a t e d t o t o t a l a b o u t $59*9 

b i l l i o n b y t h a t d a t e . E x p e n d i t u r e s t h r o u g h t h e f i s c a l y e a r 1975 a r e 

e s t i m a t e d t o t o t a l a b o u t $73-^ b i l l i o n t o l i q u i d a t e a p p o r t i o n m e n t s 

f o r 1975 a n d p r i o r f i s c a l y e a r s . 

U n d e r p r e s e n t l e g i s l a t i o n t h e e s t i m a t e d r e v e n u e s a c c r u i n g t o t h e 

T r u s t F u n d t h r o u g h S e p t e m b e r 30 , 1972 , w h e n t h e f u n d i s s c h e d u l e d t o 

t e r m i n a t e , a r e a d e q u a t e t o c o v e r o n l y t h e F e d e r a l - a i d h i g h w a y f u n d s 

t o t a l i n g a b o u t $57 -3 b i l l i o n t h a t h a v e b e e n a p p o r t i o n e d t o d a t e f o r 

t h e f i s c a l y e a r s t h r o u g h 1971 p l u s a p a r t o f t h e 1972 a u t h o r i z a t i o n . 

U n l e s s a d d i t i o n a l r e v e n u e s a r e p r o v i d e d , t h e f i s c a l y e a r 1972 a p p o r ­

t i o n m e n t , w h i c h m u s t b e m a d e o n o r b e f o r e n e x t J a n u a r y 1 , w i l l c o n s i s t 

o n l y o f A B C , T O P I C S a n d r u r a l p r i m a r y a n d , s e c o n d a r y f u n d s p l u s a b o u t 

$ 1 . 1 b i l l i o n . o f t h e $4 b i l l i o n I n t e r s t a t e a u t h o r i z a t i o n . A b o u t $ 2 . 9 

b i l l i o n o f t h e 1972 I n t e r s t a t e a u t h o r i z a t i o n c o u l d n o t b e a p p o r t i o n e d 

u n d e r p r e s e n t l e g i s l a t i o n . 
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O n S e p t e m b e r 4 , 19&9, P r e s i d e n t N i x o n d i r e c t e d a 75 p e r c e n t 

r e d u c t i o n i n n e w c o n s t r u c t i o n b y t h e F e d e r a l G o v e r n m e n t a n d u r g e d 

t h e S t a t e s a n d l o c a l g o v e r n m e n t s t o f o l l o w t h e e x a m p l e o f t h e F e d ­

e r a l G o v e r n m e n t b y c u t t i n g b a c k t e m p o r a r i l y o n t h e i r o w n c o n s t r u c ­

t i o n p l a n s . T h e P r e s i d e n t ' s s t a t e d o b j e c t i v e w a s t o r e d . u c e t h e u p w a r d 

p r e s s u r e o n t h e c o s t o f c o n s t r u c t i o n a n d t o c h a n n e l m o r e o f t h e c o n ­

s t r u c t i o n i n d u s t r y ' s p r o d u c t i v e c a p a c i t y i n t o h o u s i n g . 

O n M a r c h 17 , 1970 , t h e P r e s i d e n t t e r m i n a t e d h i s r e q u e s t o f l a s t 

S e p t e m b e r f o r v o l u n t a r y c u r t a i l m e n t o f F e d e r a l l y a s s i s t e d S t a t e a n d 

l o c a l c o n s t r u c t i o n a c t i v i t y . A s a r e s u l t , a l l S t a t e s m a y n o w p r o c e e d 

t o m a k e f u l l u s e o f t h e F e d e r a l - a i d h i g h w a y f u n d s t o t a l i n g $ 5 , 0 8 4 

b i l l i o n t h a t h a v e b e e n r e l e a s e d f o r o b l i g a t i o n d u r i n g t h e f i s c a l 

y e a r e n d i n g J u n e 30 , 1970 . 

T h e c e i l i n g s o n F e d e r a l - a i d h i g h w a y f u n d s a v a i l a b l e f o r o b l i g a t i o n 

d u r i n g t h e y e a r - d o n o t a f f e c t t h e f i s c a l y e a r a p p o r t i o n m e n t s a u t h o r i s e d 

b y F e d e r a l - a i d h i g h w a y l e g i s l a t i o n n o r t h e a v a i l a b i l i t y o f r e v e n u e s 

i n t h e H i g h w a y T r u s t F u n d . T h e f u n d s a p p o r t i o n e d . ' t o t h e S t a t e s b u t 

n o t o b l i g a t e d d u r i n g a y e a r a r e c a r r i e d f o r w a r d a n d r e m a i n a v a i l a b l e 

f o r o b l i g a t i o n i n l a t e r y e a r s . R e v e n u e s a c c r u i n g t o t h e H i g h w a y T r u s t 

F u n d a n d n o t r e q u i r e d f o r c u r r e n t e x p e n d i t u r e s a r e I n v e s t e d b y t h e 

T r e a s u r y D e p a r t m e n t i n p u b l i c d e b t s e c u r i t i e s , a n d r e m a i n a v a i l a b l e 

t o t h e c r e d i t o f t h e T r u s t F u n d f o r m a k i n g p a y m e n t s t o t h e S t a t e s a t 

a l a t e r d a t e . 

I n t e r e s t e a r n i n g s t o t a l e d $191 m i l l i o n t h r o u g h f i s c a l y e a r 19&9, 

a n d t h e s e e a r n i n g s h a v e a c c r u e d t o t h e c r e d i t o f t h e T r u s t F u n d . T h e 
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current interest rates on Highway Trust Funds invested in U.S. 

Treasury Certificates of Indebtedness are 5 - 3 / 8 to 6 percent.. 

Interest earnings totaled over $53 million during the first three 

quarters of this fiscal year. 

The preceding discussion indicates that the Federal-aid highway 

program has been progressing at a satisfactory rate since 195&. 

Turning now to more specific program areas, the Federal-Aid 

Highway Act of 1968 contained many important new program provisions. 

I would like to review briefly the status of implementation of some 

of the more significant provisions of the Act. 

1 . Advance Acquisition of Rights-of-Way 

The Federal-Aid Highway Act of I968 established a revolving 

fund for the advance acquisition of rights-of-way by the States. 

An appropriation was authorized of $100 million in each of the fiscal 

years 1 9 7 0 , 197L»and 1972 to provide working capital in the revolving 

fund. 

The revolving fund was intended to provide to the States added 

funding to permit the acquisition of rights-of-way several years in 

advance of actual highway construction. This procedure Is designed 

to facilitate orderly project planning, to reduce potential infla­

tionary pressures on the cost of rights-of-way and to aid in relocat­

ing individual property owners. Experience to date has confirmed 

the value of the revolving fund approach. 
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As of April 30, 1970, a total of 12 States had been 

allocated $14.3 million from the revolving fund. 

2. TOPICS 

The Federal-Aid Highway Act authorized the establishment in 

each State of an urban area traffic operations improvement pro­

gram and authorized specific appropriations of $200 million for 

each of the fiscal years 1970 and 1971. This program known as 

TOPICS, is intended to make better use of existing urban highway 

facilities through the application of traffic engineering 

techniques. As a result urban congestion is relieved and safety 

improved. 

As of March 1, 1970, approximately 300 local urban 

jurisdictions were formally engaged in TOPICS activity. Much of 

this effort involved areawide planning and preliminary program and 

project development. Projects totalling $26 million in total 

cost have been approved. It is anticipated that most States will 

have actual improvement projects underway during 1970. 
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3• Fringe Parking Facilities 

The 1968 Act also authorized a demonstration program for the 

development of parking facilities outside the central business 

districts of urbanized areas. Regular Federal-aid urban funds are 

available for financing fringe parking projects. 

A fringe parking demonstration project involving Federal-aid 

funding is under construction near Woodbridge, New Jersey. Another 

is in the planning stage in West Hartford, Connecticut. No other 

States have proposed a fringe parking demonstration project to date. 

Several States have pointed out that the limited pool of Federal-

aid urban funds is committed to regular highway improvement projects 

years in advance of the availability of apportionments. 

4. Additions to the Interstate System 

Section 14 of the 1968 Act authorized a 1,500-mile increase in 

the designated mileage of the Interstate System, to improve the 
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efficiency and service of the System. The States proposed and 

recommended System additions totalling more than 11,000 miles. 

The most urgently needed routes were selected from this group, 

and an allocation of 1,472.5 miles was made to 28 States in 

December 1968. The remaining 27.5 miles are held in reserve to 

make future minor System adjustments as needed. 

Section 16 of the Federal-Aid Highway Act of 1968 authorized 

the designation of completed freeways on Federal-aid primary system 

routes as Interstate highways. These sections are not chargeable to 

the mileage authorized for the Interstate System and are not eligible 

for modernization or reconstruction with Interstate funds. As of 

March 30, 1970, about 80 miles of routes had been designated as 

Interstate under this provision. 

5. Functional Highway Classification Study 

The 1968 Act specifically required that results from a nationwide 

functional highway classification study be reported to Congress in 

1970. Subsequently, the States and FHWA conducted a functional classifi­

cation of all roads and streets as of December 1968. Preliminary 

results of this survey were presented in the 1970 Biennial Highway 

Needs Report, submitted to the Congress earlier this year. Final results 

have now been evaluated and will soon be reported to the Congress. 



38 

6. Equal ET^loyment Opportunity 

The Federal-Aid Highway Act of 1968 requires that all employ­

ment connected with the Federal-aid highway program be provided 

without regard to race, color, creed or national origin. Subsequent 

to the enactment of this provision each State submitted required 

assurances under which State equal opportunity programs are being 

developed so that more minority group workers will obtain employment 

in the skilled categories involved in highway construction. Guidelines 

to assist in the development of State programs have been provided 

by the FHWA. 

Minority group contractors of all types, including consultants 

and research engineers, are finding greater opportunities in the 

highway industry. Primary contractors and subcontractors have under­

taken contractual obligations to actively seek the employment of 

minority group subcontractors. The FHWA has taken affirmative steps 

to interest minority contractors in bidding on direct Federal projects. 

Considerable emphasis has been placed upon the necessity for 

locating and training minority group workers so that employment 

opportunities in the skilled trades will be available to them. The 

FHWA, in cooperation with the Associated General Contractors, the 

American Road Builders Association, and State highway departments, 

has encouraged the establishment of skill improvement training programs 
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t h r o u g h o u t t h e c o u n t r y . S e v e r a l u n i o n s have a l s o b e e n i n s t r u m e n t a l 

i n t h i s e n d e a v o r . Many c o n t r a c t o r a s s o c i a t i o n t r a i n i n g p rograms 

have been app roved by t h e S e c r e t a r y of T r a n s p o r t a t i o n a s an a p p r o p r i a t e 

means t o enhance t h e m i n o r i t y w o r k e r ' s o p p o r t u n i t i e s i n t h e highway 

c o n s t r u c t i o n i n d u s t r y . 

7 . Highways i n t h e D i s t r i c t of Columbia 

The 1968 Ac t s p e c i f i e d t h a t work s h o u l d commence w i t h i n 30 days 

on fou r s p e c i f i c I n t e r s t a t e p r o j e c t s i n t h e D i s t r i c t of Co lumbia , 

name ly : (1) Th ree S i s t e r s B r i d g e , (2) Potomac R i v e r F r e e w a y , (3) C e n t e r 

Leg of t h e I n n e r Loop , and (4) E a s t Leg of t h e I n n e r Loop . The 

S e c r e t a r y of T r a n s p o r t a t i o n was a l s o d i r e c t e d t o r e p o r t t o t h e 

Congress w i t h i n 18 months h i s r ecommenda t ions w i t h r e s p e c t t o a l l 

o t h e r u n b u i l t I n t e r s t a t e r o u t e s . 

The Depa r tmen t of T r a n s p o r t a t i o n r e p o r t was s u b m i t t e d t o t h e 

Congress on F e b r u a r y 22 of t h i s y e a r , i n c o m p l i a n c e w i t h t h e r e q u i r e ­

men t s of t h e A c t . I t was r e p o r t e d t h a t p r e l i m i n a r y work was underway 

on t h e f o u r p r o j e c t s s p e c i f i c a l l y m e n t i o n e d , a l t h o u g h c o m p l i c a t e d by 

l i t i g a t i o n and u n u s u a l l y complex s o c i a l and e n v i r o n m e n t a l c o n -
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siderations. The Department of Transportation and the Government of 

the District of Columbia have also submitted recommendations to the 

Congress with regard to construction on the remaining elements of 

the District's portion of the Interstate System. 

8. Bridge Inspection 

The Federal-Aid Highway Act of 1968 provided for the establish­

ment of national bridge inspection standards and development of a 

training program for bridge inspectors. 

Since the enactment of this provision FHWA has been cooperating 

with AASHO and the Consulting Engineers Council in the development 

of a national bridge inspection standard. In the near future this 

proposed national bridge inspection standard will be published in 

the Federal Register, largely based upon the inspection guides and 

procedures contained in a bridge inspection manual recently adopted 

as an AASHO publication. 

A program to train appropriate employees of the Federal and 

State Governments to carry out bridge inspection is being prepared 

by the Bureau of Public Roads in cooperation with representatives of 

the AASHO Maintenance Committee. The first regional symposium will be 
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c o n d u c t e d i n A u g u s t 1 9 7 0 . I t i s e x p e c t e d t h a t a l l r e g i o n a l s y m p o s i u m s 

w i l l b e c o m p l e t e d b y e a r l y 1 9 7 1 . E a c h S t a t e h i g h w a y d e p a r t m e n t w i l l 

t h e n c o n d u c t t r a i n i n g c o u r s e s f o r S t a t e a n d l o c a l b r i d g e i n s p e c t o r s o n 

a c o n t i n u i n g b a s i s . 

9 . R e l o c a t i o n A s s i s t a n c e 

P e r h a p s t h e m o s t s i g n i f i c a n t f e a t u r e o f t h e F e d e r a l - A i d H i g h w a y 

A c t o f 1 9 6 8 w a s t h e p r o v i s i o n o f a h i g h w a y r e l o c a t i o n a s s i s t a n c e 

p r o g r a m o f a s c o p e a n d m a g n i t u d e u n p r e c e d e n t e d a m o n g p u b l i c w o r k s 

p r o g r a m s . T h i s C o n g r e s s i o n a l a c t i o n i n d i c a t e d g r o w i n g c o n c e r n f o r t h e 

w e l f a r e o f i n d i v i d u a l s , f a m i l i e s a n d b u s i n e s s e s r e q u i r e d t o r e l o c a t e 

b e c a u s e o f F e d e r a l o r f e d e r a l l y a s s i s t e d h i g h w a y p r o g r a m a c t i v i t y . 

I c a n r e p o r t c o m p l e t e s u p p o r t f o r t h i s p r o g r a m f r o m a l l F e d e r a l 

a n d S t a t e h i g h w a y o f f i c i a l s . T h e S t a t e s a r e m a k i n g g o o d p r o g r e s s i n 

c o m p l y i n g w i t h t h e p r o v i s i o n s o f t h e 1 9 6 8 A c t , a s s u m m a r i z e d b e l o w . 

A t o t a l o f $ 1 8 , 3 0 3 , 2 6 7 i n r e l o c a t i o n a s s i s t a n c e p a y m e n t s w a s 

m a d e f o r t h e p e r i o d f r o m O c t o b e r 1 , 1 9 6 8 , t h r o u g h D e c e m b e r 3 1 , 1 9 6 9 . 

D u r i n g t h a t p e r i o d , 2 7 , 5 1 6 d w e l l i n g s w e r e d i s p l a c e d b y F e d e r a l -

a i d h i g h w a y p r o j e c t s , i n v o l v i n g 7 9 , 9 5 7 i n d i v i d u a l s w h o w e r e r e l o c a t e d 

i n t o e q u a l o r b e t t e r d w e l l i n g s . A l s o d i s p l a c e d w e r e 2 9 8 f a r m s , 

4 , 5 3 9 b u s i n e s s e s , a n d 1 8 9 n o n p r o f i t o r g a n i z a t i o n s . 

o f t h e i n d i v i d u a l s d i s p l a c e d b y h i g h w a y c o n s t r u c t i o n , a p p r o x i ­

m a t e l y t h r e e - f o u r t h s w e r e w h i t e . O w n e r s a n d t e n a n t s w e r e a b o u t 

e q u a l l y d i v i d e d . 

A s m i g h t b e e x p e c t e d , 8 0 p e r c e n t o f a l l r e s i d e n t i a l d i s p l a c e m e n t s 

t o o k p l a c e i n u r b a n a r e a s , w i t h 2 0 p e r c e n t i n r u r a l a r e a s . 
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About one quarter of the housing displaced involved the lowest 

valued housing, about half was in the middle range housing, and 

approximately one-quarter involved higher-priced housing. 

During the 15-month period, approximately $4.87 million of 

residential moving cost payments were made, averaging $192 each. 

Comparable business payments totaled $6.37 million, averaging 

$1,651. Farm payments accounted for $120,174 and averaged $433. 

Replacement housing payments, or additives to fair market value, 

were made to 2,085 owner-occupants during the period, involving 

6,658 individuals and over $4.84 million, with the average being 

$2,324 each. 

Comparable payments were made for 2,129 rental units during 

the same period, involving 5,979 persons and more than $1.6 million. 

The average payments were $722. 

July 1, 1970, is the statutory deadline for State compliance 

with the relocation assistance provisions of Chapter 5 of the 

Federal-Aid Highway Act of 1968. 

Forty three States and the District of Columbia have indicated 

they can legally comply with the provisions of the 1968 Act. Four 

States have complied with the 1968 Act by agreements for advance of 

Federal-aid funds, retroactive to August 23, 1968, the effective 

date of the 1968 Act. 
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Now that I have reviewed the b e n e f i t s and progress of the 

highway program, I would l i k e to address myself to the draft 

l e g i s l a t i o n which the Department has submitted. 

We propose to extend the In ters ta te System authorizations 

through f i s c a l year 1976 and increase the ex i s t ing authorizat ion 

for f i s c a l year 1974 in order to provide addit ional funds to move 

toward completion of the system. Even with t h i s increase the t o t a l 

authorizat ions provided in our b i l l for the In ters ta te w i l l not 

complete the system as present ly designated. However, we are 

committed to the completion of the In ters ta te System and at a 

la ter date we w i l l seek the needed addit ional authorizat ions . 

Under our b i l l we would make I n t e r s t a t e apportionments for 

f i s c a l years 1972, 1973, and 1974 using the 1970 cost estimate which 

we transmitted to the Congress on April 20, 

Our b i l l would a l so extend the time for completion of the 

In ters ta te System for two years n e c e s s i t a t i n g a f i n a l cost estimate 

in 1973 for making apportionments for 1975 and 1976. 
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The a u t h o r i z a t i o n l e v e l s we h a v e r e q u e s t e d f o r t h e ABC of 

$ 1 . 1 b i l l i o n f o r each of t h e f i s c a l y e a r s 1972 and 1973 a r e t h e 

same amounts a u t h o r i z e d f o r 1970 and 1 9 7 1 . For t h e TOPICS p rogram 

we a r e r e q u e s t i n g $200 m i l l i o n f o r each of t h e f i s c a l y e a r s 1972 and 

1973 which i s t h e same a s a u t h o r i z e d f o r f i s c a l y e a r s 1970 and 1 9 7 1 . 

Our b i l l would a u t h o r i z e $33 m i l l i o n f o r f o r e s t h ighways f o r each 

of t h e f i s c a l y e a r s 1972 and 1973 which i s t h e same a s t h e 

a u t h o r i z a t i o n s f o r t h e f i s c a l y e a r s 1970 and 1 9 7 1 . For p u b l i c 

l a n d s h i g h w a y s , we a r e r e q u e s t i n g $16 m i l l i o n f o r e a c h of t h e 

f i s c a l y e a r s 1972 and 1 9 7 3 , t h e same a s a u t h o r i z e d f o r 1970 and 

1 9 7 1 . These a u t h o r i z a t i o n s f o r f o r e s t h ighways and p u b l i c l a n d s 

h ihgways would come o u t of t h e Highway T r u s t Fund r a t h e r t h a n from 

t h e G e n e r a l Fund of t h e T r e a s u r y a s h a s been t h e p r a c t i c e i n t h e p a s t . 

A l so i n c l u d e d i n our b i l l a r e a u t h o r i z a t i o n s f o r o t h e r p u b l i c domain 

highway p rograms a d m i n i s t e r e d by t h e D e p a r t m e n t s of A g r i c u l t u r e and 

t h e I n t e r i o r . The b i l l would p r o v i d e $125 m i l l i o n f o r F e d e r a l - a i d 

p r i m a r y and s e c o n d a r y s y s t e m s , e x c l u s i v e of t h e i r e x t e n s i o n s i n 

u r b a n a r e a s , f o r each of t h e f i s c a l y e a r s 1972 and 1 9 7 3 . These 

a u t h o r i z a t i o n s a r e t h e same a s t h o s e f o r 1970 and 1 9 7 1 . S e v e n t y 

m i l l i o n d o l l a r s would b e a u t h o r i z e d f o r c a r r y i n g o u t h ighway s a f e t y 

r e s e a r c h and d e v e l o p m e n t f o r 1972 and $115 m i l l i o n f o r 1 9 7 3 . T h i s 

compares w i t h a u t h o r i z a t i o n s of $30 m i l l i o n f o r 1970 and $ 3 7 . 5 

m i l l i o n f o r 1 9 7 1 . 
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Also, we are seeking amendment of the TOPICS program authorized 

by the 1968 Act so that fringe parking facilities will be an eligible 

part of a TOPICS project. 

Further, we propose that the U.S. be authorized to cooperate 

with Panama and Colombia in the construction of 250 miles of highway 

located in those countries. This section of highway is known as 

the Darien Gap; its completion would connect the Inter-American 

Highway with the Pan American Highway. 

The draft legislation would also amend the Highway Beautification 

Act of 1965. We feel that the beautification program will continue 

to make a great contribution to the Nation's environment by enhancing 

the visual quality of our highways. The beauty act would be amended 

to provide a one percent penalty for the first year of noncompliance 

with the outdoor advertising control provisions and an additional 

one percent for each year of continued noncompliance up to ten 

percent; the control area would be extended to the limits of visi­

bility; sign removals covered by mandatory just compensation would 

be based on a schedule determined by agreement with the Secretary 

and a State, consistent with the availability of Federal funds. 

The bill requires all signs to be removed within or by the end of 5 

years after they become nonconforming; directional and official sign 

categories would be broadened; and just compensation provisions would 
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extend to the effective date of a State compliance law and would 

cover signs beyond 660 feet from the Interstate or primary highway 

right-of-way, Hemonstration projects would be authorized with one 

or more Sta.tes to determine the best means of implementing these 

control provisions. 

The junkyard provisions of the beauty act would be amended 

with regard to the penalty and the dates upon which it would become 

applicable; screening would be required within 5 years for all 

lawfully existing junkyards and controlled areas would be extended 

to the limits of visibility. The junkyard removal previsions would 

be consistent with those relating to sign removal. 

The bill would permit Federal participation in State costs to 

cover removal, relocation and disposal of junkyards in addition to 

screening costs. Just compensation would be extended consistent 

with the applicable provisions relating to signs. 

The landscaping and scenic enhancement provisions of the beauty 

act would be amended to include the cost of developing publicly 

owned and controlled information center buildings. 
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Authorizations would be provided out of the Highway Trust Fund 

for carrying out the highway beauty provisions. In the past these 

authorizations came from the General Fund of the Treasury. We are 

requesting authorizations for billboard control of $27 million for 

1971, $20.5 million for 1972, and $50 million for 1973. This com­

pares with authorizations of $20 million for each of the fiscal 

years 1966, 1967 and $2 million in 1970. Authorizations are requested 

for junkyard control in the amount of $3 million for each of the 

fiscal years 1971 and 1972 and $5 million for 1973. Twenty million 

dollars was authorized for such programs for each of the fiscal years 

1966 and 1967 and $3 million in 1970. The legislation would provide 

authorizations for landscaping and scenic enhancement of $1.5 million 

for fiscal year 1972 and $10 million for fiscal year 1973. 

Title II of the bill would establish a new Federal Traffic 

Safety Administration, to administer certain of the functions now 

under the National Highway Safety Bureau, in addition to certain 

amendments of the Highway Safety Act of 1966 which will be discussed 

by the Director of the National Highway Bureau. 

This concludes my testimony on the Federal-Aid Highway Act 

of 1970. I thank you for the opportunity to inform the Committee 

of the progress and future plans of the Federal-aid highway program. 
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I 1 I . 1 

4?. 6. 

2 5.9 

75.9 

35.1 

14.5 

5 "-.4 

67.8 

'2.1 

I 7.-J 

47.6 

2 6.'. 6 

1 46. 1 

,1 1. 3 

/A. 4 

233.1 

133.2 

60. 1 

73. 7 

592. 3 

257.7 
I 78.5 
144.9 

5 30.0 
234.1 

159.4 
1 34.9 

171.2 

34.4 

36.2 

10.6 

152. 1 

30.8 
32.C 
9.5 

76 . 9 
292.1 
214 , I 
155.5 

682.1 1 
264.9 1 
191.4 | 

144.4 I 

NEW HAMPSHIRE 

NEW JERSLY 

NEW KB « ICO 

NEM TURK 

15.5 

2 52. 7 

53.-

476.6 

31 . 5 

219.2 

-.9. 1 

416.4 

5.8 

I -1:. 3 

17.8 

15".2' 

= .2 

169.0 

16. J 
1 11 .9 

4 1.3 

4 3 . C 

7 - . 8 

626. 8 

36.7 
388.2 
65.4 

548.3 

149. ? 

456 . 6 

323 .7 

1,314. 1 

1 30.8 

4F,4.0 
297. / 

1, 127.3 

1 O.P 

9';. H 

41.2 
2JB.0 

13.8 

86.4 
36.8 

199.5 

IR 1 

165.7 I -i44.6 j 
556.4 j 490.4 

3 64.9 3 "14 . 5 | 

I,552.I I I,*,:"-.A i 

NORTH CAROLINA 

NORTH UAKLLTA 

OH 10 
OKLAHOMA 

95.1 

}4.4 

1*> B . 5 

77.9 

65. 5 

31. " 

3 2^.5 

69. 

52.1 

6.U 

59.5 

69. b 

4O.9 

5.3 

52 ,1 
62.6 

147.2 
40.4 

42A.0 

147.5 

132.4 

36. 3 

372.6 

131.6 

285.9 

171.4 

1,307.9 

306.4 

2 5 0 . 9 

I 54.9 

1 , I49.2 
269,4 

2C.I 

I 1.4 

60 :>. 0 

18.0 

Z2-7 
10.0 

533.6 

15.6 

312.0 J 273.6 

182.8 (64.9 J 

1 ,907.9 1,682.b I 

324.4 265.0 

OREGON 

PENNSYLVANIA 

RHODE ISLAND 

SOUTH CAROL INA 

112. 3 

46 ' . J 

A,.*, 

1 2 . 6 

119. 1 

4 "-H.5 

I9. 1 

91.9 

45. 1 

24 9.4 

I 3.7 

6.7 

41.7 
222.2 

12.C 

6. 1 

197.6 

7C9. 7 
58.2 

1H.3 

180.8 
626.7 

51 .1 
97.9 

420. 3 

932 .1 

88. 5 
224 . 1 

367.9 

864.5 
76.1 

IU0.2 

7 V . 3 

20 C . 5 
54.6 

35. 

".4.2 

177.4 

1 f . J 

31.5 

49!,6 4 3 2.1 

1,189.6 I I 

14 3.; J 5:3.'. j 

259„9 | 231,? J 

SDUTH PAKIJTA 
IENNES!,F F 

TEXAS 

UTAH 

H7.5 

1 40.A 

3 7 h, •• 
93.1 

3. I 
1 34. ^ 

J33. 7 

37.9 

6 . 4 

II fc.O 
9-2 

56.5 

5.8 
104. 1 

8.3 
53.6 

53.9 
265. B 
3B5. 2 
149.6 

49. 1 

238.6 

342.0 
141.5 

225 . T 

601.9 

1,247.4 
2 ° 2 . 5 

202.9 
540.7 

1.105.5 

2 I 3.<5 

15,9 
128. 1 

34 7.6 
40.2 

14.2 
111.7 

312.7 

36.5 

241. S. 

7 50.0 

1,595..-,' 

33 2. V 

-1 7 . I 

652.4 j 
1.41B.? ! 

,10.4 J 

VERMONT 

VIRGINIA 

H.ASH1NL.TUN 

WEST VIRGINIA. 

44. S 

231.2 
IF A. A 

253.7 

4<-. 3 

2^8.5 
93.6 

223. 2 

9.8 

U9.3 

8 3.3 

LL'7.9 

9.9 

117.5 
75.6 
97. 3 

54. 6 

35C. 5 
192. 1 

361.6 

49.2 
316.0 
174.2 
325.5 

213.9 

7 50.4 

545 .4 
292 .6 

190.4 

668.0 
4 75.5 

262.0 

22.2 
126.1 

124 .7 
47 .6 

IP.5 

111.9 
110 .6 
41.7 

736.1 

8 76,5 
670. 1 

340-2 

208.9 J 
.'7 9.9 J 

.(0 3. V j 

WL SCI'NS IN 
WRUM I MI 

•1ST. CIF COL. 

PUFR w W ICN 

12.0 

3 6 . 0 
128,8 

10.3 

13.7 

1 - S 

25. 1 

1 1.2 

77.9 

21.4 

1-3.4 

69.5 

37. 1 

4 7.8 

20 6. 7 

32.2 
44. 1 

17C.U 

343.3 

293. 3 

1 36.8 

3U6.0 

249.9 

120.3 

73.6 
1 1.9 

47.2 

64. a 
12.3 
41.3 

416.9 
307.2 
I84..C 

370.8 j 

282.2 ! 

16S.6 ! 

TOTAL 7 ,356.8 6,5 39. , C > ?.4 ?.195.3 ^ ,954.2 9,734.7 3,596.6 0,8 14.3 8 5,129.2 1 
4,471. 8 ie , 72 5.8 j ? * , jr.i,. 1 

http://158.fi
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Kxhibit 1-5 AP.̂ORTIOfJmrr OF ̂EHERAL-AID HIGHWAY FUMDS AUTHORIZED FOP THE FISCAL YEAH 1371 
"TABLE 1 

STATE 
INTERSTATE ($4,000,000,000) ABC 

1,100,000,000) 
($125,000,000) TOPICS 

($200,000,0001 
TOTAL 

($5,425,000,000) 

Alabama Alaska Arizona $ 74,558,400 

0,400 

20,529,431 44,172,691 13,673tB̂_ m 
2,566,233 6,694,738 1,770.264 2,675/>Ji2 

1 3 0 , 6 4 4 
1 , 4 8 7 , 5 2 1 100,329,106 50,996,073 70,202,048 Arkansas 

California 
Colorado 

247264,800 
353,819,200 

14.56S.142 64,623,395 16.914,831 1,991,117 
5,335,238 
2,151,o6l 

1,084,239 21,539,450 2,025,078 41,908,298 445,317,283 

r5,815 ,.020 Connecticut Delaware Florida 70,677,600 9,604,000 67,g28,00p 77)fi55>oo 51,626,400 28,184,800 
1071947033 4,670,607 23.007,168 
24,443>14 

5,058,027 10,006.160 
896,956 612,500 2.33̂070 3,133,569 

456,805 
15,34i,912 93,163,370 106,370,036 58,035,492 40,046,634 

Georgia Hawaii Idaho 
216,031,200 76,322,400 612,500 

3,224,361 738,565 
420,6o4 278,643,9*0 107,031,427 Illinois Indiana Iowa 45,569,155 24,280,801 

21,432,422 17,656,924 
17.311.734 

2,763,328 
2.*lt6j2_ 

12,777,302 4,464,898 2,127,125 
1,952,492 1,986,481 3.114,578 5B,lCf;8&l 88,75?,532 317,118,067 Kansas Kentucky Louisiana 31,908,800 66,836,000 94,707,200 

25,695,200 78,674,400 ",666.400 2,273,127 95̂W 1,129,514 
1.332^936 

35,549,621 95,760,634 125,048,859 
Maine Maryland Massachusetts 

160,641,600 86,200,800 40.611.200 
7,221,030 12,358,670 18,183,121 26,011,956 16,044,091 -375f53? 3,277,704 

6 7 5 , 2 5 1 3,598.050 
6 , 3 6 6 , 3 5 2 209,835,289 118,752,619 60.022,230 

Michigan Minnesota Mississippi 15,911,437 16,581,973 2,326,390 
2,284,066 

9,023,869 3,262,159 1,168.608 
4,421,772 

4 5 5 , 5 2 3 
1 , 1 4 7 . 4 6 7 

112,228,065 93,016,550 _ 36,399,10''-Missouri Montana Nebraska 74,323,200 16,385,600 
21,912,800 
109,995,200 

i,402;945 612,500 
1̂ 286 

300,198 526,350 Nevada Hew Jferapshire New Jersey 
>,«39,600 

188,003,200 9,631,097 -4,766,232 20.734.604 
14,014,110 62,782,059 961,961 

22,917,956 2t610,040 

3 5 . 5 9 9 , 0 4 0 27,817,382 140,649,171 New Mexico New York North Carolina 
11,577,41 41,689,986 

1,931,831* 4,767,179 
4l,6o4 B9̂2T 3,996,608 2,563,123 349,566 11,244,645 

2,1= 

57,597,505 278,470,394 
82,553,541 

North Dakota Ohio Oklahoma 23,559,200 167,815,200 

ggtgfroqp- 15,323,162 46,066,859 5,687,551 
3 7 , 3 7 5 , 2 C 7 

2 ? 4 , 7 4 6 > 4 y ; Oregon Pennsylvania Rhode Island .,1627400 198,273,600 
42,492,800 22,736,000 95,412,800 

13,760,074 12,293,371 
179847935 4,366,524 612.500 
1,797,214 
1,795,524 
g-698.087 

12,664,382 1,196,401 
1,425,082 361,771 

103,132,99? 261,371,365 27,802,052 South Carolina South Dakota Tennessee 192,746,400 
55,742,400 
27,479.200 9,995,208 

7,4i4;S4i 1,304,310 612,500 11,058,51 1,037,966 
213J14.0 

59,475,170 37,18/.166 122.559,194 Tsxas Utah Vermont 21,577,818 17,230,871 lO.620.769 "275S47o5r 
2,000,851 1,399,241 

1,424,311 

773,626 

3,44̂ aici 2,976,632 
1,047,251 

2 7 5 , 1 1 7 , "^2 63,079,'>34 
j£,64c,4o8 Virginia Washington West Virginia 92,590,400 113,366,400 132,966,400 

3,849,913 
234,737 1,249,106 1,528,372 

120,182,101 135,574,754 146,022,661 
"55 ,"7fe753? ?4,429,242 7*3,941,127 

p, 534,728 

Wisconsin Wyoming Dist, of Col. Puerto Rico 34,260,800 23,088,800 
71,932,000 

24,714,318 9,691,344 5,760,021 
7.227.230 

http://20.734.604
http://lO.620.769


E x h i b i t 2 - 1 

I t e m 

M O T O R F U E L : 

G a s o l i n e 
D i e s e l 

S u b t o t a l 

H I G H W A Y T R U S T F U N D R E C E I P T S 
F i s c a l Y e a r 1 9 6 9 

( M i l l i o n s o f D o l l a r s ) 

T a x R a t e 

4 c e t i t s p e r g a l l o n 
- d o -

F i s c a l Y e a r 1 9 6 9 
A m o u n t P e r c e n t 

$ 2 S 9 6 2 
2 1 9 

6 3 . 1 7 
4 . 6 7 

$ 3 , 1 8 1 6 7 . 8 4 

V E H I C L E A N D A U T O M O T I V E P R O D U C T S : 

T r u c k s , b u s e s 
a n d t r a i l e r s 

T i r e s 

I n n e r t u b e s 

T r e a d r u b b e r 

H e a v y v e h i c l e 
u s e 

P a r t s a n d 
a c c e s s o r i e s , 
t r u c k s a n d 

b u s e s 

L u b r i c a t i n g 
o i l s 

S u b t o t a l 

1 0 p e r c e n t o f m a n u f a c t u r e r s 
p r i c e 

1 0 c e n t s p e r p o u n d f o r 
h i g h w a y t i r e s a n d 5 c e n t s 
p e r p o u n d f o r o t h e r t i r e s 

1 0 c e n t s p e r p o u n d 

5 c e n t s p e r p o u n d 

$ 3 . 0 0 p e r 1 , 0 0 0 p o u n d s o n 
v e h i c l e s o f o v e r 2 6 , C O O 
p o u n d s g r o s s w e i g h t 

8 p e r c e n t o f - m a n u f a c t u r e r ' s 
w h o l e s a l e p r i c e 

6 c e n t s p e r g a l l o n 

5 4 1 

5 5 1 

2 8 

3 0 

1 2 9 

94 

1 1 . 5 4 

1 1 . 7 5 

0 . 6 0 

. 6 4 

2 . 7 5 

2 . 0 0 

8 3 1 . 7 7 

$ 1 , 4 5 6 3 1 . 0 5 

I N T E R E S T $ 5 3 1 . 1 1 

T O T A L $ 4 , 6 9 0 1 0 0 . 0 0 



Exhibit 2-2 
HIGHWAY TRUST FUND REVENUES, 
EXPENDITURES AND BALANCES 

July 1, 1956 through March 31, 1970 
(Millions of dollars) 

Balance at 
Fiscal close of 
Year Revenues Expenditures fiscal year 

1957 $ 1,482 S 966 $ 516 

1958 2,044 1,511 1,049 

1959 2S037 2,613 523 

1960 2,536 2,940 119 

1961 2,799 2,619 299 

1962 2,956 2,784 471 

1963 3,293 3,017 747 

1964 3,539 3,645 641 

1965 3,670 4,026 285 

1966 3,924 3,965 244 

1967 4>455 3,974 725 

1.968 A,428 4,171 982 

1969 4,690 4,151 ' 1,521 

1970 4,154 3,373 2,302 
(Thru 
3/31/70) _ _ 

TOTAL $46,057 $43,755 2,302 



Exhibit 2-3 

FS 
BILLIONS OF DOLLARS 
78 

1957'58 '59 '60 '61 '62 '63 '64 '65 '66 '67 '68 69 '70 '71 '72 '73 '74 '75 
FISCAL YEAR 



Exhibit 2-4 

H I G H W A Y T R U S T FUND 

F e d e r a l - a i d H i g h w a y P r o g r a m s F i n a n c e d 

( M i l l i o n s o f d o l l a r s ) 

A u t h o r i s a t i o n ! ! 
A B C ~ ~ 

R u r a l D i H _ Re venue E 

FiBCftl 
Y e a r 

D a t e 
A p p o r t i o n e d 

R e g u l a r 
A B C 

P r i m a r y 
S e c o n d a r y T O P I C S O t h e r 

I n t e r ­
s t a t e T o t a l 

O b l i g a ­
t i o n s 

b u r s e - -
m e n t c 

P r e s e n t A d d i t i o n a l 
L a v R e c u i r e d B a l a n c e 

B a l a n c e if 6-30-56 1,633 - - 32 315 1,980 l , l6b - - -
1957 

1959 

6 - 2 9 - 5 6 
8-I-56 
&-1-57 

125 
850 
875 

- -
4 
9 

503 
1 , 0 0 0 
1,700 
2 , 2 0 0 

1 , 1 2 9 
2 , 5 5 9 
3,578 

2 ,227 
2,91*5 
3 , 5 0 9 

9 6 6 
1 , 5 1 1 
2,613 

1,1*82 
2,041* 
2,087 

516 

1,̂ 0 
2̂3 

l'>6o 
1961 

6-1-58 
IO-8-59 

900 
87̂  _ 

- 6 
4 

2 , 5 0 0 
1,800 

3,1*06 
2 ,678 

2,610 
3 , 1 8 7 

2,91*0 
2 , 6 1 9 

2,536 
2,799 

H Q 
p o o 

1962 
1963 

8-I-60 
8-17-61 

871. 
9 2 5 _ - 9 

4 
2,200 
2,1*00 

3,083 
3,329 

3 . 0 3 4 
3 , 9 2 7 

2 , 7 8 4 
3 , 0 1 7 

2,956 
3 , 2 9 3 

471 
747 

1964 
1965 

9-21-62 
7-8-63 

950 
975 - - 2k 

82 
2,600 
2, T O O 

3,571* 
3,757 

4,165 
4 , 0 2 2 

3 , 6 4 5 
4,026 

3,539 
3,670 

641 
285 

1966 
1967 

8 - 1 8 - 6 4 
8-30-65 

1 , 0 0 0 
1 ,000 - - 23 30 

2,800 
3,000 

3,823 
4,030 

4 , 0 4 8 
3 , 7 8 2 

3,965 
3 , 9 7 4 

3,924 
4,455 

244 
725 

1968 
1969 

IO-7-66 
8 - 2 9 * 6 7 

1 , 0 0 0 
1 ,000 

- - 30 
30 

3,̂ 00 
3,800 

4 , 430 
4,830 

1*,232 
4,658 

4 , 1 7 1 
4 . 1 5 1 

4 , 4 2 8 
4,690 

Qfl2 
1 , 5 2 1 

1970 1/ 10-31-68 1 . 1 0 0 125 200 130 4,oon 5 , 5 5 5 5,084 4,467 5,176 2 , 2 3 0 

V 
1971 — 

12-15-69 1,100 U S 200 ISO 4,000 S;5",5 5 , 5 5 5 5.268 5 , 3 6 l 2 , 3 2 3 
^ s t U a t a d : 

197? 2/ 7 - 1 - 7 0 1 ,100 125 2 0 0 130 4 , 0 0 0 5,555 5 , 5 5 5 5 , 4 8 8 5 , 6 4 4 2,479 

1973 7 - 1 - 7 1 1 ,100 125 200 30 I s 000 5 , 4 5 5 5 , 5 1 5 5 , 4 0 2 1,806 1 , 1 1 5 _ 

1974 7 - 1 - 7 2 1 , 1 0 0 125 200 30 2,225 3,680 3 , 0 7 9 5 , 0 4 7 5 , 0 4 7 c 

1975 y 7-1-73 1 , 1 0 0 125 200 30 - 1 , 4 5 5 1,147 7 , 3 8 7 7,387 0 

T O T A L 19,581 7 5 0 1,200 1,270 50,640 73,441 73*441 73, w 59,892 4 / 13,549 

l / u n p a i d b a l a n c e o f p r i o r a u t h o r i z a t i o n s . 

2 / I n c l u d e s t r a n s f e r s t o BOW F u n d . 

3_/ I n c l u d e s c o m p l e t e d i s b u r s e m e n t o f a l l f u n d s a u t h o r i z e d f o r f i s c a l y e a r 1975 a n d p r i o r f i s c a l y e a r s . 

4 / R e v e n u e s f r o m p r e s e n t s o u r c e s t h r o u g h S e p t e m b e r 30, 1 9 7 2 , t h e t e r m i n a t i o n d a t e o f t h e T r u s t F u n d . 


